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INTERSTATE COJILPRCh, COMMISSION 

REPORT Of THE DIRECTOR OP THii BuReAu OP SAFETY I N RE 
INVESTIGATION OP aN ACoIDLjTT '.JHICE OCCL*RRED ON THE 
PENNSYLVANIA RAILROAD AT MILLERobLRG, PA., ON 
NOVETIBLR 5, 1926. 

January 18, 1927. 
To the Commission: 

On November 5, 1925, thcro \,cs P hcad-ond cclli-
sion between two ireight trains on tho Pcnnsylvamr 
Rnlrord at I'lillorsburg, Pa., resulting in the depth, of 
two employees and the mjurv of five employees. 

Location and method ol Oporrtion 
The 'jilliamsport Division is a doublo-tracK line 

extending cist and i-ost, while tho single-track Lykcns 
Branch leads ofi to the north at JN block station, which 
is 0.4 milo erst of Millcrsburg• Trains arc operated over 
both the main and tho branch lines oy timc-trble, tram 
oraers, rnd a manual block-signal system. E"stbound train 
movements from the branch to the mrin lino pass around a 
compound, curve to tho left, averaging ^bout 7°; this curvo 
is rbout 1,250 feet m length rnd is on r descending grrdc 
of 0.8 per cent. At the eastern end of this curve tnerc is 
a junction switch \here tne brcnch-lino trrck connects with 
whrt will be reterred to for tho purpose of this report rs 
the yard load tracl.; there is then a crossover connecting 
this lord trrck with tho westbound mrin track and mother 
cross-over connecting i/ho westbound mam trrck with the 
opstbound m r m trrck* There is r telephone booth between 
the junction switch and the i est switch of the ci ossovcr 
first mentioned, while the point of rccident was on the 
Lykons Eranch 115 foot vest of the junction switch. Ap
proaching irom the east on the main line there is r 1° 
curve to tno loit rbout 1,750 fc^t in l^n-th, followed by 
about 1,200 ieet of tmgent extending to the first of the 
crossover svitchos; the grade Is o.4 per cent descending. 

The signals rrc opor^t^d from JN block station, 
which is locrtcd in the rnglc formed by the intersection 
of the m a m rnd orrnch lines, wnile the switches arc hand 
operated. Signal 1 governs erstbound trains leaving the 
branch lino, and is locrtcd 1,341 feet west of the point 
of acciaent; Its norma 1 position is at stop. Westbound 
movements on the m a m line ere governed by a home signal 
located 612 feot east of the pomt of accident, and by a 
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distant signal located. 5,150 foot oast ^f tho home sig-
_nal. Tho home signal is r tvn-^rra signal, the top arm, 
signal 7 being of the throe-position, semiautomatic typo, 
and governing the through route; the bottom arm, signal 
3, is a two-position, manually-operated signal and governs 
all routes. Signals 7 and 3 stand normally at stop. The 
distant signal is connected with home signal 7; it is 
of the two-position type and normally displays a caution 
indication. The unlocking of the crossover switches 
by means of tho lock levers located between ithe rails 
causes signal 7 cither to be held in or t& assume the stop 
position. 

The weather wrs clear'at the time of the accident, 
which occurred ot 1.25 or 1.27 v. m. 

Des cription 
Eastbound freight train cxtrr 3508 consisted 

cf 74 cars and a caboose, hauled by engine 3608, and was 
in charge of Conductor Keyser and Engineman Bailey. This 
train departed from Lykons, located at the end of the 
branch line, 14.7 miles from ivlillcrsburg, at 11.35 p.m., 
November 4, en route to Hrrrisburg, and was brought tc a 
stop just before ropening JN block station at about 12,35 
a. m., November 5. After the route h?d boon lined for a 
movement to the eastbound track the train proceeded, and 
was moving at c speed estimated to have been about 4 or 
5 miles an hour when it collided with extro 3012, just 
before reaching tne junction switcn. 

Westbound freight train extra 3012 consisted of 
100 empty coal cars and a caoooso, hauled by engine 3012, 
and was m charge of Conductor Mulcahy and Engineman 
Libby. This train passed UK block station, 4.4 miles 
cast of JK block station, at 1.18 a. m,, passed the dis
tant signal, which apparently was displaying a caution in-> 
dication, passed the home signal, which was displaying a 
stop indication, ran through the west switch of the cross
over connecting the two m a m trrcks, headed m at the east 
switch of the crossover loading from tho westbound m a m 
track to the yard lead tracK, passed the conductor cf 
extra 3608, who was waving violent stop signals with a 
lantern from tho vicinity of the j'unction switch, entered 
the junction switch and collided with extra 3608 while 
traveling at a speed variously estimated to hfvo been from 
15 to 35 miles an hour. 

Both engines had their head ends badly damaged, 
although they were not derailed. The first cor m extra 
3608 was considerably damaged while the first 12 cars in 
extra 3012 were demlod, the tirst 8 were practically 
demolished and the next 2 were badly damaged, while the 
following 2 cars blocked the m a m line tracks. Throughout 
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thc remaining p^rti^n of tho train 9 cars were found to 
have boon knocked off center, the train lino had boon 
-broken on 15 cars, and on 3 cars tho coupler corners 
were broken, while the Dcdy of tho caboose nad been torn 
from its framo. The employees killed were the engine-
man of extra 3608 and the head brakeman of extra 3012. 

Summary of evidence 
On arrival of extra 3608 at JIM block station it 

was brought to a stop just before reaching signal 1, 
after which tho engine was cut off by Conductor Keyser 
and proceeded as ior as the signal location, At this point 
the conductor got oif and wont to the tower to secure 
permission to move off the Lykcns Branch through the cross
overs to the eastbound main track. Operator Boiler, after 
communicating with the dispatcher, vcroally informed Con
ductor Keyser that after eastbound tram first BF-10 pass
ed UR block station, 4.4 miles oast cf JN block station, 
his train could cross over to tho eastbound track and fol
low that tram. Train first BF-10 passed JW block station 
at 1.08 a. m., while Conductor Keyser was in the office. 
Conductor Keyser wont out and lined the switches for the 
crossover movement, completing this work at about 1.20 a.m., 
and then remained m the vicinity waiting for his train 
to pull out. At about 1.21 or 1.22 a. m., his train not 
having put m an appearance, he wont to the telephone booth 
to communicate v/ith the ©perator and just as ho was about 
to enter tho booth ho noticed extra 3012 approaching, at 
such a high rate of speed that it was obvious 'it would not 
get stapped at the westbound home signal, which was dis
playing a stop indication. Conductor Keyser immediately 
ran from the booth and began waving violent stop signals, 
which wore not acknowledged, extra 3012 passing him at a 
spood of about 15 miles en hour, working steam; the tram 
then headed in on the Lykens Branch and collided with extra 
3608, which in tho meantime had started to move toward the 
m a m track. Conductor Keyser stated that he did not have 
time enough to reach the switches and close them after de
finitely realizing that extra 3012 v/as not going to stop at 
tho home signal; the switch lamps, however, voro lighted, 
and were displaying stop indications. Fireman hoofer and 
Head Brakoman Michaels, of extra 3608, wore riding on the 
engine while rounding tho curve at a spood of about 5 or 
6 miles an hour, turning off of the Lykcns Branch, they wore 
unaware of anything wrong until they saw the violent stop 
signals waved by Conductor Keyser and they said that they 
then shjutod a warning of danger to Engmeman Libby who 
immediately applied the air brakes m emergency. The fire
man and hoed brakeman saw tho headlight of extra 3012 fol
io1-/ tho Lykens Branch ona they said engine 5012 was still 
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-working. .s-t ecru whcn--they~ jumpocTj J.ust Txtf-nrô jbhc jiccadfint 

Enginuman Libby, of oxtra 3012, stated that onguie 
3012 wrs in good condition, tho air brakes v/orkod proper
ly rnd there wore no steam leaks to ooscure his view of 
signal indications. When approaching tho distant signal 
ho observed it, displaying a clear indication, and when 
withm about tv/c or three car-lengths of it he called its 
indication "clear" to Fireman Moadcr and Herd Brakeman 
Sees, and they replied m tho affirmative. On nearing the 
erst switch of the yard at Millersburg, this Switch being 
located approximately 3,000 feet erst of tho home signal, 
ho looked at his watch ard noted that it was 1.23 a. m. 
He then started to measure the water in the tender, standing 
up and turning around preparatory to going back, but on 
seeing the fireman picking down coal he decided to wait 
until the fireman had finished; by this time the engine was 
on the straight track approaching the home signal and he 
said that Head Brakeman Sees was sitting on the leit seat 
box and held up his right hand to indicate a "clear" in
dication at tho homo signal. Engineman Libby said that ho 
again sat on his seat box, when about 45 car-lenghts from 
the homo signal, and he remembered placing his arm on the 
orm rest, while cn reaching a point about 15 or 18 car-
lengths from tho home signal he srw step signals being 
given with a white lantern from the vicinity of the tele
phone b^oth, but as it frequently occurred that crews were 
switching in that vicinity ho paid no further attention to 
the stop signals, assuming that they were not intended tor 
him, rlthough he did open the automatic bell-ringing valve. 
When about three car-lengths from the homo signal he look
ed ahead from the sida cab window, which was open, and he 
said *ho could plainly see the mast of the signal by the re
flection of the headlight. Enginoman Libby srid, however, 
thrt he did not observe the indication displayed by the 
home signal, thrt he did not see the switch lights, or rny-
thmg else, and that he did not apply the air brrkes m 
emergency prior to the accident, at which time the speed 
of his train \i0.s rbout 15 or 18 miles an hour, with the en
gine working sterm. He further strted that ho was m his 
usual good health and that he had no troubles that diverted 
his mind away from his regular duties, while bis statements 
indicated that ne had hrd adequate rest during his off-
duty poriod. Engineman Libby further stated that about 
^ugust 30, 1926, he underwent a physical examination, con
ducted by the medical exrminer of the relief department of 
the railroad, at Sunbury, Pr., his eyes being tested at 
the same time; he could not pass the vision test with the 
glasses he was wearing at tho time but after having the 
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glasses corrected ho was subjected to another vision test, 
which he passed successfully» On the night oi the accident 
he was wearing his corrocted glasses. Engineman Libby 
admitted that the accident was caused by his failure to 
observe or remember anything after seeing the signal mast, 
saying that he must have fallen asleep or lapsed into a 
state of coma. 

Fireman Meader, of extra 3012, who wes thoroughly 
familiar with the territory m tne vicinity of the point 
of accident, said he observed the distant signal display
ing a clear indication, and that on reaenmg a point about 
two or three car-lengths distant irom this signal, ct which 
time the speea of the train was aoout 15 miles an hour, the 
engmeman, the heed braKeman and himself called its m a i c a T 

tion to each other. Fireman deader said that he then 
started to pick down corl and made no eifort to observe the 
home signal, assuming that the track anead was clear and 
that the home signal would also be displaying a clear in
dication. Ait^r picking down coal he placed the pick on 
the right bulk head and took a step or two forward toward 
the right side of the gon^way to ascertain the location 
of the train, and it was at this time that the collision 
occurred. 

Conductor Hi*] cany, of extra 6012, said that the 
distant signal was at caution when the caboose passed it, 
novmg at a speed of 18 or 20 miles an hour. Flagman Hontz 
said he was riding on the loit side oi the cupola oi the 
caboose, that the distant signal was displaying a caution 
indication, and that alter the engine had passed the home 
signal he saw the home signal displaying a stop indication. 
He estimated the speed of M s tram to have been irom 15 
to 18 miles an hour between W, olock station and the point 
of collision. 

Operator Beller, stationed at JN block station, 
stated that when he authorized the operator at UR block 
station, shortly beiore 1.17 a.m., to allow extra 5012 to 
enter tho block: the home signal ot JN block station was 
displaying a step indication and the distant signal a 
caution indication, according to the block signal indica
tors in the tower, and that these signals had beon display
ing these indications since westbound train No. 581 passed 
JN clock station at 12.06 a. m. It was aoout 1.10 a. m. 
when Conductor Keyser, ox extra 3603, went out oi the oi-
fice tc line the switches fcr the crossover movement of 
his tram irom the Lykens branch, and he thought it was 
about 1.13 a. m. when the conductor threw the first lock
ing lever, which locked the westbound home signal in the 
stop position and the distrnt signal in tho caution posi
tion. The operator at UR block station reported extra 3012 
as passing that station at 1.18 a. m. and Operator beller 
^said its headlight came into View at about 1.23 or 1.24 a.m. 
*Up until this time he had not noticed extra 3608 moving from 
the branch toward the main line, but at about the time 
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extra 3012 eame in sight he srw stop signal being given 
from a point near the westbound main trr ck, although he 
could n^t tell from hi3 position in the tower whether it 
was intended ior uxtra 3012 or extra 3608. Realizing that 
there was impending danger, however, he jumped to the 
lever to throw signal 1 against the branch line brain, 
but it was too late, as a t this time the branch trrin was 
passing the tower, the collision occurmg immediately alter 
wards. Shortly afterwards the fireman of extra 3012 crme 
into the o i f i c e rnd asked him what the trouble w i s , saying 
that the distent signrl was displaying v cljar indication; 
Operator Eellor said ne then notified Signal Maintainor 
Farley of whrt the iircm.cn had snu ana t h a t the signalnrn 
came into the office l^ter rnd told m m that m company 
with Rodman Buffmgton an examination of the signrl h o d 
been made rnd that it had boon found to be functioning 
properly. Operator Seller estimated t h o spe^d of extra 
3608 to hove been rbout 4 miles rn hour o t tho time of the 
accident, and th nt of e^tra 3012 "between 30 end 35 miles 
an hour, with the engine still working sterm. 

Supervisor of Signals Knov/lton srid the signals in
volved were tested rfter the accident rnd thrt they func
tioned properly. 

Conclusions 
This accioent was caused by tne failure of Engmemrn 

Libby, of extra 3012, properly to observe end obey signrl 
mdicr tions. 

Engineman Libby admitted nis responsibility for the 
accident, spying that he foiled to observe the indication 
of the home signal v/hen approechmg JN block station and 
that he failed t o observe <*r tc remember anything after 
seeing the signal mast, being of tho impression that he 
must nave suddenly fallen asleep. He claimed, however, 
thrt he saw Conductor freysor giving stop signals and that 
he thought thoy were intended for some otner crew; not o n l y 
wrs there no other crew in sight, but if the engineman's 
statement is correct then it is difficult to explain why 
he failed to observe the indication of the home signal or 
the indications of the crossover switch lamps, all of \.hich 
were displaying red indications and vvere directly in line 
with his vision. Close questioning cf Fireman Moedor foil
ed to bring from him anything definite rs to what Enginemm 
Libby was doing immediately prior to the o c c u r E e n c e of the 
accident, while m nis own case it appeared that he hod 
been very observant of signal indications until his train 
wrs approrchmg tho home signal r t JN block station, when 
he then devoted his rttention t v picking down cool. Both 
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•̂ of t̂nc-e-o employ^cs s nid the distant signal wrs displaying 
a clear mdi-cr^ion lor -the movement o± thoir trnin, hut 
not only did tho operator say t h r t this signal had b-ccn 
in tho crution position sinc~ tho passage o± tram Wo. 581 
rt 12.06 a. m., its position being sho\m by the indicator 
in the tower, but it also appeared that the conductor ol 
cxtrr 5608 ocgrn unlocking the- switches r t rbout 1.13 a*m., 
before extra 3612 prssod UR block station, 4.4 miles Iron 
JN block station, rnd under the signal rrrnng:rnont the un
locking oi these switches locked both the homo and distant 
signals so t h r t thoy could not subsequently be changed to 
tho proceed position. A tost of tho distant signal indi
ct ted that thoro could have been no irregularity in its 
opcr°tlon, rnd a consideration of all the evidence lc°ds~ 
strongly to tho conclusion that this signal was displaying 
tho proper caution indication and that the employees on 
engine 3012 E I T H E R disregarded this indication or passed 
tho signal without raving observed its indication. 

Tho penbors of the cr^w said the spo^d ol their 
train wrs 15 or 20 miles an hour f Tho block records in
dicated that t h o speed had averaged about 30 miles an 
hour after the trrm passed UR block station, while the 
operator at JN block station estimated tho speed to have 
been from 30 to 35 miles an hour rt the time o f tho acci
dent. _ Tho condition of tho wreckage clearly supported thG 
statements of the operator. 

Had rn ndoqu°to automatic train stop or train con
trol device been in uso on this lino this accident would 
h°vc boon prevcntc&V 

Tho employes involved were experienced men and 
r t the time ol tho rccidont n o n e ot thorn had boon on duty 
in violation ot any of the provisions ct t h 3 hours ol 
service law. 

Respectfully submitted, 
W. P. Borland, 

Director. 
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